Creating a prototype for suburban development at the Naval Air Station site in South Weymouth by Panfil, J. Christoph
Town oflirfleld:,
by J. Christoph Panfil
Bachelor of Arts - Architecture
Princeton University, June 1990
Creating a Prototype for Suburban Development
at the Naval Air Station Site in South Weymouth
AACHUSETTS iNST',iUTE
OF TECHNOLOGY
MAR 2 0 1996
LIBRARIES
Submitted to the Department of Architecture and to the Department of Urban
for the Degrees of Master of Architecture nd Master of City Planning
Signature of the Author
Studies and Planning in Partial Fulfillment of the Requirements
at the }assachusetts Institute of Technology, February 1996
J. Christoph Panfil
Department of krchitecture and Department of Urban Studies and Planning
January 12, 1996
Certified by
Gary A. Hack, Professor
Department of Urban Studies and Planning
Thesis Advisor
Accepted by___________________________________
Mark Schuster, Associate Professor
Department of Urban Studies and Planning
airperson, Master of City Planning Committee
Accepted by
Ann Pendleton-Jullian, Assistant Professor of Architecture
Chairperson, Departmental Committee on Graduate Students
@1996 J. Christoph Panfil. All rights reserved.
The Author hereby grants to M.I.T. permission to reproduce and to distribute publicly paper and electronic copies of this thesis document in whole or in part.

Town of Airfield:
Creating a Prototype for Suburban Development
at the Naval Air Station Site in South Weymouth
by
J. Christoph Panfil
Submitted to the Department of Architecture and to the Department
of Urban Studies and Planning on January 12, 1996 in partial fulfill-
ment of the requirements for the degrees of Master of Architecture and
Master of City Planning.
Abstract
The accumulation of negative externalities associated with
the rapid expansion of many metropolitan areas in the
United States suggests that the current suburban develop-
ment model is no longer a viable option for efficiently man-
aging growth. Because suburban settlements traditionally
produce low-densities despite substantial regional popula-
tion growth, their requirements for developable land are
immense, creating the phenomenon known as suburban
sprawl. Another complication associated with this model of
development is its accompanying increase in traffic volume,
which has proven to be staggering and has perpetuated the
conditions of sprawl. Demographic changes, particularly
population growth, and increasing traffic congestion, air
quality deterioration, and the rapid disappearance of valu-
able open space necessitate the development of new settle-
ment prototypes for metropolitan growth.
This thesis explores the design opportunities for a settlement
prototype that tackles the land-use/traffic dynamic by
proposing walkable, mixed-use development in the form of
compact towns as alternatives for suburban settlement. The
site chosen for study, a decommissioned military base com-
prising 1,400 acres of developable land, is located in the
fastest growing section of Boston's metropolitan region, an
area known as the South Shore. The site benefits from its
proximity to a proposed station stop on a branch line of the
recently expanded commuter rail network. The extension
improves access to the important business centers of Boston
and Cambridge, where a large portion of the area's work-
force is currently employed. The commuter train provides
an additional mode choice to support the ultimate objective
of the new prototype: to create land use strategies in subur-
ban environments that promote travel modes other than the
single-occupancy automobile.
The proposed Town of Airfield houses up to 10,000 people in
a compact, mixed-use, pedestrian-oriented environment that
features a variety of housing options at higher net densities
than is typical of the majority of suburban locations. An
expansion of the site's existing industrial facilities area
accommodates office- as well as research and development
buildings. Retail and additional office space are located in
the vicinity of the train station, forming the town center of
Airfield. To maximize access potential without compromis-
ing the design objectives, the spatial organization of the
town center caters to both the automobile and to the pedes-
trian. This is achieved through site planning strategies that
assemble traditional suburban building types in unconven-
tional ways.
The contemporary metropolitan region will retain its current
form in the near future. Large-scale changes in transporta-
tion and land use policies are unlikely to materialize any
time soon. The new prototype suggested here makes no
claim to dramatically improve sprawl conditions at the met-
ropolitan level. This study does however, posit that change
at the local level will improve local conditions and that col-
lectively, these local improvements may bring about changes
in development patterns throughout the metropolitan area,
and thus ultimately change settlement policies.
Thesis Supervisor: Gary A. Hack
Professor of Urban Studies and Planning
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I. Introduction
The settlement patterns of U.S. metropolitan areas have
experienced dramatic changes during the last decades.
With the metamorphosis of suburban and exurban envi-
ronments from primarily residential communities to New
Cities, 1 Edge Cities,2 or Technoburbs, 3 critiques of this
new urban form located at the fringes of metropolitan
areas have multiplied. The criticism addresses increasing
traffic congestion, growing air pollution, and a continuing
overall degradation of the environment through disjoint-
ed, incremental development, all of which have come to
characterize suburban settlement. Initially, it was the
higher quality of life associated with suburban versus
urban communities that spurned the exodus from central
cities and phenomenal rates of development at the metro-
politan edge. Ironically, a recurrent theme among critics
of suburban development is that the reverse is true, that
in fact, quality of life has been severely compromised by
these lower density and automobile-intensive patterns of
development.
The relationship between transportation and land use
development sheds some light on the perceived malaise
1Jonathan Barnett, The Fractured Metropolis: Improving the New City,
Restoring the Old City, Reshaping the Region (New York:
HarperCollins, 1995).
2Joel Garreau, Edge Cty: Life on the New Frontier, (New York:
Doubleday, 1991).
3Robert Fishman, "Megalopolis Unbound," Wilson Quarterly (Winter
1990), pp. 2 5 - 4 5 .
of suburban environmental design. Low-density land-use
patterns comprised of single-use zones have given rise to
a peculiarly suburban hierarchy of specialized roadways.
This hierarchy ranges from local access roads to regional
high-speed arterials. Since local access roads usually do
not form a coherent, interconnected network of streets,
most trips, whether local or regional, involve the use of an
arterial road. Since all traffic must use these arterial roads
they are quickly prone to congestion.
The combination of a highly segregated land use pattern
and an inflexible road system has been blamed for gener-
ating many of the conditions which detract from subur-
ban quality of life.4 Together, this land use pattern and its
road system create an environment that requires some
form of motorized transportation, because few if any des-
tinations are within walking distance of each other. If
they are within walking distance, often pedestrian ameni-
ties are lacking. In addition, the separation of uses pre-
cludes most forms of mass transportation. The low densi-
ty renders public transit ineffective and the large distances
between different land uses, by definition, make pedestri-
an travel infeasible.
It is important to recognize that the suburban environ-
ment was designed specifically to decrease densities of
4See Jonathan Barnett's The Fractured Metropolis Peter Calthorpe's
The Next American Metropolis, Anthony Downs' New Visions for
Metropolitan America among others.
residential areas and to facilitate travel by car.5 Given the
level of public investment in a large-capacity roadway
system, the automobile represents for the individual per-
son the most efficient means of moving in this landscape
of low-density origins and destinations. This is so only as
long as a balance is maintained between the number of
vehicles on the road and the capacity of the road system
to manage them. During the last decade in particular,
though, the balance between actual traffic volume and
network capacity has reached its limits. Congestion and
the associated deterioration in air quality have increased
dramatically since 1980. Nationally, the number of vehicle
miles traveled has grown by 33.6% between 1981 and
1989.6 Road mileage in urbanized areas increased during
the same time period by 20.7%.7 Due to the emission
associated with increased levels of automobile use, traffic
congestion has come to be regarded as one of the most
serious environmental problems.8
Any proposition for alternative development patterns in
suburban environments must carefully consider the chal-
lenge of influencing current transportation trends. The
car as an important means of personal transportation and
5 Peter Calthorpe, The Next American Metropolis (New York:
Princeton Architectural Press: 1993), p. 27.
6Quoted in Anthony Downs, Stuck in Traffic, (Washington, D.C.: The
Brookings Institution, and Cambridge, MA: Lincoln Institute of Land
Policy, 1992), p. 11.
7 ibid, p. 11.
8 ibid, p. 1.
as a cultural symbol is not likely to disappear in the near
future. However, some improvement to environmental
quality and some amelioration of traffic congestion might
be achieved through land use strategies that minimize
dependency on the automobile for all travel needs.
This thesis consists of an exploration of a prototype for
suburban settlement that is not based exclusively on the
automobile. It investigates the relationship between land
use and modes of transportation other than the currently-
favored automobile and contends that land use strategies
can help reduce the auto-dependency of suburban
dwellers. Although I do not intend to pass moral judg-
ment on the values inherent in an automobile-dominated
environment, this thesis advocates alternative develop-
ment strategies that shift emphasis away from automobile
dependency. Traditionally there has been little explo-
ration of alternative multi-use environments that has
resulted in actual property development. However, I am
of the opinion that architects and urban designers have
the obligation to explore alternative models of settlement
types in order to offer an increasing range of choices to a
public, which since the end of World War II, has had too
few alternatives from which to chose.
The site and the impetus for this thesis exploration have
been provided by the recent closure of a military installa-
tion in metropolitan Boston and the extension of the com-
muter rail system. This particular case demonstrates the
importance of the relationship between transportation
and land use development. In this model the commuter
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Metropolitan Boston: South Shore Area
rail station plays an integral part in the structure and
organization of the new Town, it anchors a new suburban
settlement and provides a catalyst for mixed use develop-
ment. Therefore the proposed new Town does not
depend exclusively on automobile transportation and fur-
thermore, produces a walkable environment. The pro-
posed, mixed-use, medium-density and pedestrian-orient-
ed development strategies have implications beyond the
specifics of the Naval Air Station site. The planning prin-
ciples are applicable in suburban locations throughout the
United States, even in the absence of public transit infra-
structure as it exists in the Boston metropolitan region.
The thesis' objective is twofold: on the one hand, the site
provides an opportunity to explore the possibility for and
ramifications of a different suburban settlement pattern,
one which stresses the influence of regional transportation
networks on local, suburban development and land use
choices. Secondly, the project represents a potential but
implementable redevelopment scenario for the actual mil-
itary site. In light of recent military base closings nation-
wide, the study of alternative redevelopment proposals
for vacated army facilities constitutes an important plan-
ning task.
1. South Shore Growth Projections 9
The total population of the Old Colony Railroad study
area (Figure 1) in 1980 had grown to 600,000, and is
expected to reach 720,000 by the year 2000. This projected
20% proportional increase in the study area's populationFigure 1
exceeds the projected population increase for the entire
Boston metropolitan region by sixteen percentage
points1 0 .
In 1980, 40,000 study area residents worked in Boston or
Cambridge. This number represents approximately 15%
of the South Shore workforce. The proportion is expected
to increase to 20% by the year 2,000. Both proportions of
regional workers who commute to a central business dis-
trict are considerably higher than the average of less than
8% for the ten largest urbanized areas of the United
States. 11
The projected population growth in the South Shore area,
though, is largely limited to residential development,
which is often considered only in terms of its cost to the
municipality. These costs include local public schools and
other expenses which often exceed residential tax base
revenues. According to a local planner, South Shore resi-
9All data in this section have been taken from the Final Environmental
Impact Statement /Report: Old Colony Railroad Rehabilitation Project
form Boston to Lakeville, Plymouth. and Scituate, Massachusetts. U.S.
Department of Transportation, Urban Mass Transit Administration,
and the MBTA, March 1992.
10My calculation based on information obtained from Metropolitan
Area Planning Council; I use the Council's definition of metropolitan
area.
1 1Quoted in ULI-the Urban Land Institute, Myths and Facts about
Transportation and Growth, (Washington, D.C.: ULI-the Urban Land
Institute, 1989), unnumbered pamphlet.
dents would more readily support commercial develop-
ment as opposed to residential property development,
mainly because of the perceived benefits associated with
business tax revenue and job creation potential. However,
a lack of regional and metropolitan-wide access to the
area is often cited as the primary reason for stilted com-
mercial development. 12 The reopening of the Old Colony
Railroad (OCRR) plays a vital role in promoting economic
development because it addresses transportation con-
straints. This extension promises to redirect some peak
hour traffic from automobiles to trains, thereby increasing
overall access to the area.
2. Old Colony Railroad Extension and South Shore Traffic
Congestion
The Massachusetts Bay Transportation Authority (MBTA)
is currently extending Boston's commuter rail network by
reopening three historic railway lines that traverse com-
munities in the southeast region of the metropolitan area.
(Figure 2) The area to be served is known as the South
Shore, which includes Quincy, Braintree, and Weymouth
and extends south to several Plymouth County towns
such as Kingston, Middleborough, and Lakeville. (Figure
1) The completion of the Southeast Expressway (Route 3)
forced a hiatus of the OCRR beginning in the late 1950s
and the concurrent end of state railroad subsidies. The
future commuter rail service will provide an additional
12Telephone conversation with Kent Stasiowski of MAPC, 27
November, 1995.
mode choice for commuters of the South Shore who head
to Boston. Route 3, the most important north-south limit-
ed access highway of the South Shore, is one of the most
congested arterial roads leading to Boston's central busi-
ness district. The recent installation of a counterflow
high-occupancy-vehicle lane is a response to the gravity
of traffic congestion in the South Shore area.
Improvement of access to the central city is particularly
significant for a region of the metropolitan area that sends
a significant proportion of its workforce to the employ-
ment centers of Boston and Cambridge. The provision of
regular commuter rail service which offers commuters the
Gardner Lowel Haverhill choice to take advantage of public transportation, instead
of having to rely solely on their cars, should assist in
Ipswich reducing traffic congestion by encouraging some com-
muters to travel by public transportation.
3. South Weymouth Naval Air Station Closing
The South Weymouth Naval Air Station (NAS) has been
NortStaion out Staionrecommended for closure by the Federal Base
B outh Stationigmen and Closure Commission in the wake ofaBack Relinen
Bay *** nation-wide reassessment of military capital needs. This
Braintree " ' sa
Braaingrae oth summer the Commission's recommendations have beenFramingham g o t
W eymouth % 1*'i~eyouthiaccepted by the President of the United States.1
NeedhamHeights Stoughton
NedamHigt Sogho The Naval Air Station site is located approximately 25
Franklin Attleboro iles (road miles) southeast of Boston and covers an area
S Gre nbush
Existing Lines i Plymouth
-= Proposed Lines Lakeville/ 1 3Chris Black, "Clinton Accepts Base Closing List But He Denounces
SShutdowns in California and Texas," Boston Globe, 14 July 1995,
TherSouthWeymoulNational/Foreign Sec , p. 3.
Figure 3 Naval Air Station Location Map
of almost 1450 acres on a raised plateau 46 meters above
mean sea level. (Figure 3) Fifty percent of the land area is
located in the town of Weymouth, 41% in Rockland, and
the remainder in Abington. (Figure 4) The Naval Air
Station is accessible from Route 18, three miles south of
Route 3 interchange # 16. Route 18, as one of the major
north-south arterial roads of the South Shore, is frequently
congested outside of peak travel times. In addition,
interchanges # 14 and # 15 are accessible from the NAS
site only through indirect street connections.
A station stop on the Plymouth branch of the Old Colony
Railroad is planned at South Weymouth in the immediate
vicinity of the Naval Air Station site. (Figure 5) The
MBTA-proposed station is located at Trotter Road,
between Route 18 and the western boundary of the NAS
site. A near-by junction with Route 58 complicates the
intersection of Trotter Road and Route 18. Trotter Road
currently serves as a secondary entry to the NAS site
whose cluster of facilities is located approximately one
half mile to the east. The area in which the proposed
MBTA commuter rail station is located typifies suburban
strip development. It consists of small, older restaurants
at the intersection of Route 18 and Trotter Road, and a
cluster of primary market retail operations ranging from
dry cleaners to paint and building materials supply stores
adjacent to, but spatially removed from Route 18. The
entire area is dominated by large parking lots, ill-defined
streetscapes, and a poor pedestrian environment.
The commuter station plan calls for the accommodation of
475 parking spaces on a lot that would separate the sta-
Qemei I Hingham.:,w
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Figure 5 MBTA-proposed Commuter Rail Station Location
Figure 6 MBTA-proposed Commuter Rail Station Plan
tion proper from Route 18. (Figure 6) The plan as pro-
posed by the MBTA has been altered since the publication
of the Environmental Impact Report/Statement to accom-
modate a drop-off point on Route 18, instead of within the
confines of the proposed parking lot. Standard station
amenities are minimal and confined to an open-air shelter,
a station platform, and wheelchair ramps to make trains
accessible in accordance with the Americans with
Disabilities Act.
4. Naval Air Station Historical Outline1 4
The closure of the Naval Air Station in South Weymouth
brings to an end a chapter in the site's history that lasted
for more than fifty years. In 1941 a military installation
was established on the site under the name of Naval
Auxiliary Field, which served as the sole Lighter-Than-Air
(LTA) facility on the east coast for the United States
Department of the Navy. A large LTA hangar was con-
structed which supported blimp operations departing
South Weymouth. During World War II the blimps partic-
ipated in anti-submarine warfare efforts off the Atlantic
coast. After the war, the Naval Auxiliary Field in South
Weymouth remained inactive until 1953 when, with the
arrival of jet aircraft, the facility became the Naval Air
Station that served as the regional Naval Reserve training
facility. Some changes resulted, such as the construction of a
14 The historic data have been extracted from the Land Use
Compatibility Study Naval Air Station South Weymouth,
Massachusetts (April 1990).
new runway and the extension of the existing one. In 1968,
the imposing LTA hangar was removed, with the exception
of some lean-to office and shop facilities, and replaced with
the current fixed-wing aircraft maintenance hangar.
Today, in addition to the two major runways, associated
taxiways, and the circular apron of 950-foot radius, the
Naval Air Station features two aircraft hangars, industrial
and office space, as well as 270 housing units of various
types, indoor and outdoor recreation facilities, and a hos-
pital.
5. Development Opportunities and Transit-Oriented
Development Principles
The simultaneous closure of the Naval Air Station and the
recommencing of commuter rail service to the South
Shore area present significant development opportunities
for the site. The following proposal for a new town on
the NAS site seeks to take advantage of both the large sin-
gle-parcel development potential and the improvements
in access to the central city offered by commuter rail ser-
vice. The new town development plan considers the pop-
ulation growth projections for the South Shore area, but
attempts to balance necessary residential with commercial
development in a mixed-use environment. It is intended
that this model will have wide applicability as a proto-
type for settlement patterns at the edge of U.S. metropoli-
tan areas.
One important goal that the new town design achieves is
better local mobility by augmenting the travel mode
choices available to residents and visitors. At the regional
scale this is achieved by the presence of the new com-
muter rail service to downtown Boston. Commuters to
the central city will have a choice between the automobile
and the train. At the local level, the new Town is planned
so that necessary trips may be accomplished by modes
other than the automobile. For example, walking and bik-
ing are encouraged by the site design and made feasible
by the interconnected mixed-uses within reasonably close
proximities. The design and development principles fol-
lowed in the proposal draw extensively on the recent
work of Peter Calthorpe (Transit-Oriented Development
patterns) and Duany Plater-Zyberk's neo-traditionalist
town plans.
6. Organization of the Proposal
This thesis presents the design of a new Town centered on
a commuter rail station as a proposal for the redevelop-
ment of the Naval Air Station site. The proposal for the
new Town of Airfield concentrates on site design strategies
which seek to mitigate the drawbacks associated with tra-
ditional suburban development patterns and to provide a
prototype for the next generation of suburban settlement.
Though the proposal does not focus on regulatory or
financial implementation strategies, it does illustrate a
necessary set of design considerations for the realization
of pedestrian-oriented mixed-use developments in subur-
ban locations. In fact, the organizing principles of the
Airfield plan offer transportation alternatives to the auto-
mobile for addressing a range of travel needs from shorter
local errands to longer commuting journeys. In contrast
to typical suburban developments, Airfield features a mix
of land uses in relatively close proximity to each other.
Among these uses is included a variety of housing
options at higher densities as compared to current resi-
dential development patterns, and walkable streets that
lead to commercial, institutional, and recreational destina-
tions. This combination of strategies generates a higher
quality of life for a greater variety of household types
than the typical suburb, which is dominated by large, dis-
jointed single-use land patterns and single-family,
detached homes.
is unreasonable to assume that all residents of the new
Town will find the train indispensable. 15 The next section
briefly discusses the nature of trips in suburban environ-
ments and the degree to which land use strategies might
assist in reducing the need for local trips to depend exclu-
sively on the automobile. The section closes with a Goals
and Objectives summary. Section III describes the site
constraints, as well as the site planning strategies and
design principles for the Town of Airfield. A full project
description concludes Section III.
Section II of this proposal outlines the extent to which
neotraditional planning principles and transit-oriented
development strategies form useful reference points for
this proposal. Later in this section, a review of suburban
transit-oriented development in the San Francisco area
illustrates the unpredictable nature of the relationship
between transit and land use development in the absence
of strong land use controls. The conclusion from this case
is that pedestrian-oriented development strategies are
more important for the next generation of suburban
development than the presence of transit. The presence of
the commuter rail station significantly enhances the liv-
ability of the new Town of Airfield on the NAS site. Yet, it
15Calculations by Anthony Downs show that "... even extremely exten-
sive suburban rapid transit systems serving many high-density hous-
ing clusters near their stop would carry only relatively small fractions
of all suburban commuters," Stuck in Traffic, p. 88.
II. Background and Context
1. Neotraditionalism and Transit-Oriented Development
The design principles for a pedestrian-oriented settlement
prototype on the NAS site borrow from neotraditionalist
guidelines for Town planning. This approach is also based
on transit-oriented development strategies for the reci-
procity between mixed-use development and forms of
public transit. Despite their differences in approach, Peter
Calthorpe and Duany/Plater-Zyberk share a number of
design principles for the development of new towns and
new neighborhoods. 1 The most important of these princi-
ples is a mix of residential and commercial uses that are
combined in pedestrian-friendly environments. In the
work of both firms, the interpretation of pedestrian-
friendly environments leads to the use of grid street plans.
The authors reject the typical suburban street system of
cul-de-sacs and collector roads because these environ-
ments are inherently pedestrian-hostile: the wide collector
roads with few if any pedestrian amenities, and dead-end
residential streets do not invite a pedestrian lifestyle. A
successful pedestrian-friendly environment must feature
both smaller-scale street spaces, road continuity and con-
1Andres Duany and Elizabeth Plater-Zyberk: Towns and Town-Making
Principles Alex Krieger and William Lennertz, editors, (Cambridge,
MA: Harvard University Graduate School of Design and New York:
Rizzoli, 1991) and Peter Calthorpe, Ih Next American Metropolis:
Ecology, Community, and the American Dream (New York: Princeton
Architectural Press, 1993.
nections, as well as active commercial streets. Calthorpe's
and Duany/Plater Zyberk's town planning principles
includes such detailed design guidelines as tighter turn-
ing radii at street corners to slow vehicle movement and
to facilitate pedestrian street crossing.
Most importantly, though, is the insistence on a coherent
pedestrian-friendly street network which imprints an
organizational structure on any neotraditional town or
neighborhood. The significance of the small-scale grid
lies in its ability to connect all land uses and amenities of
the settlement to each other. In neotraditional environ-
ments all destinations, which might range from a com-
mercial town center to a school or a park, are reachable on
foot, which is not usually the case in the e contemporary
suburb. Destinations there are not connected so that
pedestrian activity is facilitated. Instead, an hierarchical
road system connects them, which consists of arterials for
high-speed traffic and local access roads. While destina-
tions may in fact not be located very far apart, they are
often not easily reachable on foot. Obviously, for a suc-
cessful pedestrian environment, destinations must be
located within walking distance of the point of origin,
such as a residence. But in addition, the streets that con-
nect the destinations must offer pedestrian-friendly envi-
ronments to encourage people to walk instead of drive.
In order to ensure that commercial, civic, and recreational
destinations can be reached by a large proportion of resi-
dents, Calthorpe and Duany/Plater-Zyberk advocate
higher residential densities of development than typically
found in contemporary suburban settings. While the typ-
ical density for single-family residential land uses in sub-
urbs is 4.4 units per net residential acre,2 Calthorpe pre-
scribes a minimum range of 7 to 10 units per net residen-
tial acre.3 This density ratio reflects those found in recent
projects by Duany/Plater-Zyberk. 4 Another design prin-
ciple that differentiates their work from current develop-
ment practices is their mix of housing types for each
neighborhood. Higher residential densities, a variety of
housing types mixed with commercial uses, all joined in a
pedestrian-friendly environment represent radical depar-
tures from current suburban development.
This proposal for a new Town on the NAS site embraces
the fundamental site planning approaches proposed by
the neotraditionalists Calthorpe and Duany/Plater-
Zyberk. Mixed residential and commercial uses combined
with higher residential densities joined in pedestrian-
friendly environments form the basic development strate-
gy for the new Town of Airfield. Certain aspects of the
neotraditional debate are irrelevant, however, for the pur-
poses of this proposal. No specific architectural language
2 For example, 10,000 sq. ft. for each single-family residential lot is pre-
scribed in The Code of the Town of Weymouth.
3 Peter Calthorpe, The Next American Metropolis: Ecology,
Community. and the American Dream (New York: Princeton
Architectural Press, 1993), p. 83.
4 my calculations based on information in Andres Duany and Elizabeth
Plater-Zyberk: Towns and Town-Making Principles pp. 47, 53.
is prescribed, neither for the residential nor for the com-
mercial components of the new Town. Height and mass
of buildings are set forth in the design guidelines for resi-
dential streets to ensure the creation of street spaces that
encourage pedestrian travel. But the guidelines do not
approach the detail and complexity of, for example, the
codes produced by the office of Duany/Plater-Zyberk. 5
Uniformity of architectural language and materials has
not been a goal in the Town of Airfield. In fact, with the
exception of the suggested apartment building type, the
residential prototypes for the new Town are based on
recently built examples in standard suburban develop-
ment contexts.
The attitude towards the automobile is also different in
this proposal than it is portrayed in many neotraditional
Towns. In the new Town proposal parking ratios for both
retail and office commercial buildings have been reduced
only slightly, compared to current suburban standards.
These typically range from four to five parking spaces per
1,000 sq. ft. of building floor space. Commercial parking
ratios in the new Town, instead, range from three to four
spaces per 1,000 sq. ft. They are not lower because of a
recognition that office and retail uses serve more people
than are housed in Airfield itself. Therefore, automobile
access will play a key role in the new Town's commercial
5see Andres Duany and Elizabeth Plater-Zyberk: Towns and Town-
Making Principles p. 96 ff.
and retail success. For this reason as well, the plan for the
new Town incorporates areas that cater to typically subur-
ban retail building types, including the "big box" store
with large retail floor area. The structure of Airfield
acknowledges some real estate and development forces
the scale of which no neotraditional plan is likely to alter
substantially.
The work of Duany/Plater-Zyberk is largely confined to
individual Town plans. Calthorpe's development strate-
gy, on the other hand, starts from a regional approach.
His Transit-Oriented Development proposals, or
"Pedestrian Pockets," as he refers to them, form part of a
larger system that is connected by a public transit
system.6 To that extent, his recommendations are of par-
ticular significance for the Naval Air Station site, given
the immediate proximity of the proposed commuter rail
station at South Weymouth. Calthorpe's neighborhood
proposals are centered around transit stations that are
located within a five-minute walk of much of the develop-
ment. The walk translates into a walking distance of
approximately 1,300 to 1,500 feet.
The new Town at the NAS site is also developed around a
public transit station. The difference between a light rail
transit station, however, and a commuter rail station must
be emphasized. A typical MBTA commuter rail schedule
concentrates most train service during the morning and
6 The Next American Metropolis p. 62.
afternoon peak hours, with only infrequent service during
the rest of the day. Yet, in Calthorpe's vision, travel
between individual Pedestrian Pockets is frequent and
multi-directional. Anthony Downs has demonstrated that
large-scale metropolitan development based only on
Calthorpe's transit-oriented development principles is
unlikely to occur, principally because of the prohibitive
cost of extensive fixed-rail infrastructure and the required
broad political support.7 Therefore, this thesis does not
advocate metropolitan planning according to transit-ori-
ented principles. Rather it suggests a prototype for subur-
ban development that combines pedestrian-oriented,
mixed-use environments with a variety of housing types
in a compact development pattern. It then argues that
particular amenities of the site should be maximized. To
accomplish this in the case of the Naval Air Station the
development of the new Town must be integrated with
the proposed commuter rail station. The quality of life in
Airfield is enhanced significantly by the presence of the
commuter rail station, but the essential aspects of the sub-
urban development prototype do not wholly depend on
the train for their success.
2. Lessons Learned from Transit-Oriented Development
Elsewhere
Late twentieth-century metropolitan form is not likely to
be significantly influenced by such infrastructure
7 Anthony Downs, New Visions for Metropolitan America
(Washington, D.C.: The Brookings Institution and Cambridge, MA:
Lincoln Institute of Land Policy, 1994), Appendix C.
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improvements, such as the expansion of a commuter rail
network. Peter Calcaterra of the MBTA has pointed out
that the "streetcar vision" as a model for the future of
metropolitan development in the United States is based
on a misreading of history.8 The ideal urban form herald-
ed by many transit advocates describes densely devel-
oped, mixed-use transportation corridors which radiate
out from a central business district. This kind of urban-
ism occurred at the end of the nineteenth and the begin-
ning of the twentieth century in a number of cities in the
United States with extensive streetcar and trolley systems
because the transit companies that built and operated the
streetcar lines also owned some of the newly accessible
land. This land became valuable precisely because the
streetcar provided the only access to it and to the down-
town of the metropolitan area. Thus the streetcar compa-
ny enjoyed a monopoly on providing access and had a
vested interest in developing the land adjacent to its
tracks to the greatest potential.
In contemporary metropolitan areas, a joint land-use/pub-
lic transit strategy in the form of the nineteenth-century
"streetcar vision" is not an appropriate model for a project
such as the rehabilitation of the Old Colony Railroad. The
commuter train does not provide the only means of
accessing downtown Boston, it only adds an alternative
route to an extensive, albeit often-congested road network.
Not only does the MBTA have little significant influence
8 Telephone conversation with Peter Calcaterra, November 7, 1995.
on development decisions for land uses in station stop
vicinities, but contemporary access issues and land owner-
ship characteristics are fundamentally different from those
of the streetcar era. Today, land parcels surrounding pub-
lic transit stations will not automatically develop accord-
ing to transit-oriented development principles. Pro-active
public policies and direct development incentives are con-
temporary engines for transit-oriented development.
In the United States the twentieth-century metropolis has
expanded into a multi-centered, overall low-density
urbanized area. Most existing land uses in the suburban
section of the metropolis are and will continue to be locat-
ed in very low-density environments. In contrast the
nineteenth-century city offered a single business district
and commercial center with outlying residential areas
whose value decreased in proportion to the distance from
the center. Radial public transit lines offered access to the
center from the periphery. Given the multi-centered
nature of today's city, a single radial transportation project
is incapable of restructuring the development process of
the entire metropolitan area, or even significant portions
of it. In most metropolitan regions the central city does
not enjoy the status it did in the nineteenth century.
Today suburban commercial office and retail centers com-
pete with the central business district, often winning the
battle of attracting suburban residents for employment
opportunities and shopping needs. The introduction of a
rail line will not dramatically change these dynamics.
And even if all future development, post rail service intro-
duction, were to occur near the new transit stations at
higher densities than currently common, travel patterns
would hardly be affected because of the scattered nature
of existing development. 9
The reasons why transportation infrastructure is incapable
of significantly shaping the future of contemporary metro-
politan form in the United States can be summarized as
follows: 10
1. The transportation systems of most U.S. cities are
already in place; any new investments could
only have marginal impacts on improving
access.
2. Transportation plays an ever decreasing role in
location decision making. The proportion of per-
sonal income spent on transportation continues
to decline, thereby reducing the role transporta-
tion issues play in household location. In light
of advances in communications technologies. the
significance of transportation in firm location
decision has declined.
3. The built environment as it currently exists will
retain its physical characteristics in the near
future, given a life expectancy of twenty or more
years for most structures. This means that con-
temporary levels of low-density development
will likely remain intact for the next generation.
9Genevieve Giuliano, "The Weakening Transportation-Land Use
Connection," Access, Number 6 (Spring 1995), p. 7.
10 ibid, p. 8-9.
As a result, so will automobile-oriented trans-
portation systems.
These ideas are demonstrated in the case of the Bay Area
Rapid Transit System in San Francisco.
The BART Experience in the San Francisco Area
One of the most comprehensive post-World War II rapid
transit systems built in the United States occurred in the
San Francisco area with the introduction of BART service
in the 1960s. Of interest for the purposes of this thesis, is
Melvin Webber's analysis of the project with particular
reference to the land use impacts at suburban stations,
which show disappointing results for transit-oriented
development proponents.
In 1976, after fourteen years of BART's completion, there
had been little evidence that the transit stations them-
selves could act as catalysts for suburban development.
Instead, stations stood in isolation, surrounded only by
expansive park-and-ride lots.11 It is important to note
that initial decisions made about the location of the sta-
tions probably played a major role in the demise of the
development dream: to reduce land acquisition costs,
BART stations were located away from existing suburban
business centers. The large parking lots further impede
pedestrian connections to the surrounding urban area. 12
11Melvin M. Webber, "The BART Experience-What Have We
Learned?" The Public Interest, Number 45 (Fall 1976), p. 90.
12ibid, p. 91.
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Other factors may play a role in the kind of development
that did occur near stations. Given the novelty of transit-
oriented development strategies at the time, and the
unpredictability of the potential impact of the station
stops on surrounding development, many host municipal-
ities to the new stations, as well as developers and finan-
cial institutions were unwilling to reduce parking require-
ments. 13 The site design strategy at station locations com-
bined with a heavily subsidized fare structure may all in
fact have contributed to further decentralization: Webber
speculates that cheaper transportation to downtown made
available more disposable income for housing, which may
have contributed to the construction of more single-family
housing in suburban areas served by BART.14
Given the high level of existing accessibility within the
entire area of metropolitan San Francisco, through an
extensive road network, the additional transportation
mode of rail has done little to improve the accessibility of
either downtown or suburban areas. Access improvement
have been so small that the BART lines have hardly influ-
enced firm or household location. 15
Webber's analysis dates from the 1970s; no current data
was available to me at the time of writing for comparative
1 3conversation with Gary Hack, 3. January, 1996.
14 Melvin M. Webber, "The BART Experience-What Have We
Learned?" The Public Interest, Number 45 (Fall 1976), p. 90.
15
"The BART Experience-What Have We Learned?", p. 91.
purposes. For example, the success of the commercial
development and the actual level of parking lot usage
would shed light on the appropriateness of transit-ori-
ented development principles as a metropolitan-wide
strategy for directing growth. Successful commercial
projects at BART station locations with lower parking
usage than is common in suburban locations elsewhere
indicates that travel there occurs by other modes, per-
haps including BART to a significant degree.
However, Webber's analysis indicates a structural mis-
match between the implications of radial transit lines
that converge on a single center, and the travel patterns
in current multi-centered suburban environments on the
other. It is precisely this mismatch that leads Downs to
the conclusion that Calthorpe's transit-oriented-develop-
ment strategy as a metropolitan-wide development pro-
totype will likely remain an infeasible proposition.16
Robert Cervero cites examples of successful metropoli-
tan-wide transit-oriented development strategies only
for Europe, particularly for cities like Paris and
Stockholm, where a long tradition exists of both transit
travel and regional planning.17 Neither planning strate-
gy is common in the United States.
16 New Visions for Metropolitan America p. 227.
17 Robert Cervero, Transit-Supportive Development in the United
States: Experiences and Prospects Monograph #46 (Berkeley, CA:
University of California at Berkeley, Institute of Urban and Regional
Development,March 1994), p. 220.
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This may change in the future. San Diego, California and
Portland, Oregon, for example, have instituted metropoli-
tan-wide development strategies that join transit infra-
structure to new mixed-use, higher-density commercial
and residential projects. 18 The success of these strategies
to direct significant portions of metropolitan growth
remains to be seen.
In the absence of metropolitan-wide policies for transit-
oriented development strategies, mixed-use developments
that include transit components have some local benefits.
In the Boston region, where no regional transit-oriented
development policies have been adopted, development
proposals at new or existing commuter rail station should
incorporate the station as much as possible. The suburban
settlement prototype of mixed-use, walkable environ-
ments advocated here would be enhanced significantly by
the integration of commuter rail stations. The pedestrian-
accessible train station increases the mode choices avail-
able to suburban dwellers, which has a series of benefits,
outlined in the next section outlines these.
3. Characteristics of Daily Trips in Suburban Areas
The development of the NAS site as a pedestrian-oriented
development project that incorporates the commuter rail
station could become a model for new suburban develop-
ment, especially for areas like the South Shore where both a
18Janice Fillip, "Uptown District, San Diego: Looking at the Future of
Mixed-Use Development in American Cities," Urban Land, June 1990,
pp. 2 - 7.
large population increase is expected and a significant
share of the workforce commutes to the central business
district.
The new Town of Airfield at the NAS site is primarily
thought of as a suburban development prototype for the
edges of metropolitan areas. Its central theme concerns
added options in travel modes for suburban residents. The
design of the Town suggests that the hegemony of automo-
bile transportation for all trips in the suburbs is not neces-
sary and perhaps not even desirable. The new Town's site
design strategies ensure that walking and biking once
again become viable, regular transportation alternatives.
The commuter rail line adds a further transportation
option, and the new Town takes full advantage of the
added amenity by consciously developing around the train
station.
These site design strategies should lead to a decrease in
some local traffic congestion. Currently the majority of all
suburban trips are undertaken by car. 19 Commuting trips
to work, shopping errands to local stores and regional
malls, journeys to drop off children at schools, as well as
recreational trips are all accomplished by automobile.
The most severe congestion, of course, occurs during peak
commuting times in the morning and in the afternoon.
However, "commuting trips comprise no more than half
of all peak-hour trips in the morning and less than half in
19 The Next American Metropolis, p. 20.
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the evening." 20 The many local suburban trips, such as
shopping, other errand, or recreational trips are today
necessarily auto-dependent. That is because of the low
density land development and the physical design of sub-
urban environments that eliminate any other mode
choice. Land use strategies that emphasize higher densi-
ties and mixed-use developments have a much greater
chance of reducing auto-dependency at this local level,
rather than at the regional scale: "The physical character-
istics of a residential neighborhood have likely far less
influence on longer trips made outside the neighborhood,
such as to work or a regional shopping mall."21 In the
case of the new Town of Airfield, some of the longer com-
muting trips are likely to be undertaken by train, so that
even at the regional level, some reduction in traffic con-
gestion should occur. However, the majority of auto-trip
reduction would materialize at the local level. Trips to
local stores, to schools, or to recreational facilities are pos-
sible by means other than the automobile in a mixed-use,
pedestrian-oriented Town.
A transit-oriented development along the Old Colony
Railroad would benefit from the larger-than-national-
2 0Anthony Downs, Stuck in Traffic: Coping with Peak-Hour Traffic
Congestion (Washington, D.C.: The Brookings Institution and
Cambridge, MA: Lincoln Institute of Land Policy, 1992), p. 85.
2 1Robert Cervero, Transit-Supportive Development in the United
States: Experiences and Prospects (Monograph #46 (Berkeley, CA:
University of California at Berkeley, Institute of Urban and Regional
Development,March 1994), p. 222.
average share of Boston-bound commuters among the
workforce who reside in the South Shore area. The train
is a popular mode for many suburban commuters, judg-
ing by the filled-to-capacity Park-and-Ride lots at many
stations.22 Its popularity in South Shore communities is
expected to be similar to that elsewhere in the Boston
area. The capacity of the train is thus directly related to
the size of the parking lot in scenarios where most riders
first arrive at the train station by car. As such, additional
commuters might well chose to live in a pedestrian-ori-
ented Town near train stations, rather than relying on an
additional trip by automobile to reach the station.
4. Goals and Objectives for Pedestrian-Oriented
Development at the Naval Air Station Site
In summary, the Town of Airfield at the NAS site seeks to
achieve a series of goals. On the one hand, the new Town
attempts to balance the projected need for additional resi-
dential development in the South Shore area with com-
mercial projects that generate more tax revenue for local
communities than comparable residential land uses. These
commercial components of the new Town respect the cur-
rent trends in suburban retail and office space require-
ments, but they are assembled in pedestrian-friendly ways.
In providing a mixed-use, higher density environment, the
structure of Airfield helps reduce local automobile traffic
2 2
"This lot is full," Boston GlobeVolume 248, Number 150 (27
November, 1995), p. 1.
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by facilitating travel with modes other than the automo-
bile. Thus, walking or biking to school and to local retail
and recreational facilities becomes once again a feasible
alternative to getting in a car and driving there.
Two additional objectives for the new Town are environ-
mental and social endurance. The compactness of the
development assists in preserving open space, which
under typical development scenarios would fall prey to
additional low-scale suburban residential areas to accom-
modate the projected growth for the South Shore area.
The higher-density development of the new Town, and
the close proximity of a variety of uses marks a critique of
current development practices and actively assists in the
preservation of valuable open space.
Another dimension of compact development, mixed uses,
and the provision of a variety of housing types is manifest
in social endurance for the new Town. The contemporary
suburb segregates different housing types and different
land uses. This development pattern may have served the
traditional nuclear family well, where a single bread win-
ner, the father, and a mother with a car were able to pro-
vide a home for children who nevertheless depended on
automobile transportation By Mom. But in an era when
such a nuclear family represents only about a quarter of
all households, 23 the universal applicability of this devel-
opment strategy is questionable. Especially when the
strategy results in a hostile environment for a growing
number of the population: the elderly. The negative
impacts of an automobile-dependent suburb are particu-
larly acute for those who cannot drive a car. The growing
population of senior citizens will sooner or later account
for large numbers of this population group.
The survival of urban form requires that the form be
adaptable to new users, as must surely happen in the sub-
urbs considering a national demographic trend toward a
higher number of single person and couples only house-
holds. Social endurance in the suburbs can only occur if
new prototypes are developed that accommodate new
kinds of households as successfully as the original subur-
ban form catered to the traditional nuclear family.
Duany/Plater-Zyberk, Calthorpe, and Downs, among
other critics, have argued persuasively for the necessity to
adopt new prototypes for suburban development on the
basis of the changing characteristics of the U.S. household
alone. The Town of Airfield represents one proposal for
such a new prototype, a prototype that gives rise to for-
mal opportunities for settlements patterns at the fringe of
metropolitan areas.
2 3The Next American Metropolis, p. 18.
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Figure 7 Illustrative Site Plan
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III. Town of Airfield: Design Principles and Site Plan
Description
1. Development Principles/Vision
In order to capture its full development potential, the
Naval Air Station site should be maintained as an
autonomous whole. This means that the sections original-
ly part of the surrounding towns should not be returned
to the individual municipalities, but rather, that the whole
site should form a new physical and political entity. In
the absence of such a consolidation strategy, significant
development opportunity would be lost. Most likely the
three surrounding towns of Weymouth, Rockland, and
Abington would annex lands beyond their current bound-
aries, and these lands would likely be developed in com-
petition with one another for commercial development.
Rather than subscribing to a unifying vision, the areas
would become available for residential development,
which would in all likelihood perpetuate the current sub-
urban settlement pattern with its attendant traffic, social,
and environmental drawbacks. A partitioning of the site
in this manner would also give rise to financial inequities,
especially with respect to the existing facilities on the site.
The Town of Weymouth in particular would either benefit
significantly from the successful reuse of existing facilities,
since most of these are located within Weymouth's historic
territory. Conversely, Weymouth could be disproportion-
ately burdened by upkeep and/or renovation costs in the
event of no immediate private sector purchase of buildings
and facilities
Yet, a strategy that maintains the spatial integrity of the site
may not only enables the creation of the kind of suburban
development prototype proposed here, it could also form
an institutional basis for the sharing of benefits among the
existing towns and Airfield itself. For example, in return
for the land the towns of Weymouth, Rockland, and
Abington could receive part of the tax income generated by
Airfield's commercial development. In addition, Airfield
provides public and recreational amenities for the benefit of
the local region, not just for the town of Airfield itself.
Cooperative agreements among communities affected by
the closure of military installations are not a new phenome-
non. In the case of the conversion of Fort Devens,
Massachusetts, for example, the four host communities to
the military installation formed a Joint Board of Selectmen,
which together with the Massachusetts Government Land
Bank now administer and manage the former defense
department property.1
Under the guiding principle of improving mobility within
the suburban environment, the Town of Airfield presents
a new vision of suburban settlement patterns at the edges
of metropolitan areas. (Figure 7) Simply stated the
design of Airfield favors the mobility of a person over
that of an automobile. The town's compact form and
mixed-use character are the main features resulting from
the preference of pedestrian over car. Thus the structure
of Airfield reduces residents' dependency on the automo-
bile, at least for some trips. In addition to the pedestrian-
1see Vanasse Hangen Brustlin, Fort Devens Reuse Plan
November 14, 1994.
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accessible commuter rail station, Airfield enjoys transporta-
tion options that simply do not exist in most suburban
environments: in the new town some commercial establish-
ments are reachable on foot; some schools are reachable on
foot; even some job sites are within walking distance.
Yet, this proposal does not ignore the reality of consumer
choice to which most suburban dwellers in the United
States have grown accustomed, particularly choices of
accessing to schools, employment, and stores. Residents
of Airfield may still prefer to shop elsewhere, go to school
elsewhere, or very likely work elsewhere. However, the
advantage of Airfield lies in the proximity of some of
these facilities to residential land uses; residents therefore
enjoy access options that are not available in the majority
of contemporary suburbs due to land development
restrictions.
Quality of life improvements will be manifest by a greater
degree of independence from the automobile and, there-
fore, to an expected decrease in some local traffic conges-
tion. Additional large-scale objectives of the proposal
include an increase in affordable housing options and the
development of a preservationist attitude towards open
space at the metropolitan scale and accessible open green
space and other recreational facilities near residential land
uses.
It is the mix of facilities in close proximity to a range of
housing options that forms the essence of Airfield's quality
of place. This quality of place does not depend on the
political unit of the town, but rather it is demonstrated by
its physical land use and spatial characteristics. The
integrity of the large-scale site, which makes possible the
kind of mixed-use environment proposed here, is more
important than the municipal autonomy of the proposed
intervention. In other words, the pedestrian-oriented,
mixed-use character of Airfield could also be proposed for
a portion of an existing municipality. Given the peculiar
historic ownership patterns among the three surrounding
communities, though, a political consolidation of the site is
essential in order to preserve the contiguity of the Naval
Air Station site.
The notion of integrated residential and commercial
development that is accessible on foot as well as by car
represents a different concept for suburban development.
Airfield's significance, relative to its applicability as a pro-
totype for suburban settlement patterns, lies in its radical
departure from current suburban zoning practices, which
carefully segregate land uses and housing types.
2. Development Constraints
a) Surface Water Drainage
The Naval Air Station site lies in the upper reaches of two
drainage basins. (Figure 8) The western half of the site
lies in the Southeastern Massachusetts Drainage Basin,
particularly the beginnings of French Stream, which heads
south. The eastern half of the site is located in the
Weymouth River Drainage Basin, with surface waters
flowing in a northern direction. The beginnings of
drainage systems are the most sensitive areas to pollution,
so that wetland areas here need particular protection. The
siteplan of the new Town of Airfield avoids development
on the large wetland patches to the east and the west.
(Figure 9)
Figure 9 Development Constraints and Proposed Site Plan
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b) Wetlands and Aquifers
A continuous system of wetlands bisects the eastern part
of the Naval Air Station site in a north-south direction.
(Figure 10) No development is proposed in this area,
with the exception of the connector road to Weymouth
Street in Abington. A continuation of this road to Route 3
interchange #14 requires further study in order to deter-
mine potential wetlands impacts.
Smaller patches of discontinuous wetlands are identified
on the Water Resource and Protection Area Map, distrib-
uted by the Massachusetts Office of Environmental
Affairs.2 The indicated wetlands occur in the central and
southern portions of the site. (Figure 10) Again, no
development is proposed in their location; the central
wetland is incorporated into a central park, Airship Park,
while the other patches are left undisturbed in their cur-
rent woodland sites in the vicinity of the rail line.
Additional wetlands are located in the northwestern sec-
tion of the Naval Air Station site, and near the western
end of the east-west runway 08-26. No development, and
therefore, no fill is proposed for any of these wetlands,
with the exception of fill required for the relocation of the
rail line. Expansion of the existing wetland is suggested
as a possible mitigation strategy
2reproduced in Data Summary Report and Goals and Objectives
Statement South Weymouth Naval Air Station Reuse Study. Edwards
and Kelcey, Inc. July 15, 1993. (no page numbers)
Figure 10 Area Wetlands
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Rockland has expressed concern for new development on
the Naval Air Station site that would impact the waters of
French Stream because the stream provides some of
Rockland's drinking water.3 One branch of French Stream
is located between Route 18 and the newly proposed Air
Station Boulevard; another lies further east. To protect
these waterways, special drainage features are necessary
for the portion of new development west of Air Station
Boulevard (Figure 9), where the topography allows sur-
face water to flow into wetland areas that connect with
the stream. Strategies such as requiring oil separation
hoods in catch basins assist in preserving water quality by
retaining some polluting components from urban runoff.
In general, the development of Airfield seeks the least dis-
ruption of the wetlands system in this area. Information
available at the time of writing indicates that none of the
wetland patches are man-made, and that all of them pro-
vide water to French Stream. Therefore, proposed com-
mercial land uses between Air Station Boulevard and
Route 18 are limited to areas of dry soil. Land areas east
of Air Station Boulevard drain toward the middle of the
site and the retention pond in Airship Park, which has
been created from a preexisting wetlands patch that also
connects to French Stream.
The most significant impact of the proposed development
occurs in the area of the new commuter rail station and its
associated commercial center. (Figure 9) Located below
3 Data Summary Report.
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this proposed development, which includes the relocated
railroad tracks, are medium- and high-yield aquifers.
However, the Water Resource and Protection Area Map in
the Data Summary Report does not identify this area as
one of critical environmental concern, nor as any of the
wellhead protection zones. Furthermore, the current
right-of-way traverses these aquifers and the MBTA has
identified mitigation measures to ensure the protection of
aquifers at station locations generally.4 Similar mitigation
proposals apply to the new rail alignment and the pro-
posed development. The Environmental Impact
Statement identifies the following as acceptable measures:
i) installation of internal drainage systems designed to
separate litter, gas, oil, and silt from runoff water in
station parking lots
ii) installation of special catch basins that separate oil
from runoff water
iii) restricted use of salt as a deicing agent
iv) storm water detention basins
c) Potentially Contaminated Sites
Several known contaminated sites have been identified on
Naval Air Station property. (Figure 11) Although I
assume in this proposal that the U.S. Defense Department
is responsible for clean-up of such locations, the siteplan
of Airfield nevertheless avoids these areas, particularly for
residential development. (Figure 9)
3. Site Design Principles
The site plan for the Town of Airfield has been generated
on the basis of three overarching principles. I have identi-
fied these as "Bounded Development" (Figure 12),
"Runways as Organizing Lines" (Figure 13), and
"Connected Green Spaces." (Figure 14)
a) Bounded Development
This strategy has been inspired by ecological considera-
tions of the site. It recognizes the exigencies of existing
wetland patterns in the area of Airfield and takes full
advantage of their limiting influence for spreading the
development across the site. (Figure 9) As a result,
Airfield is designed as a compact place, bounded by
bands of wetlands to the east and west. From an environ-
mental design point of view, the wetlands help define the
edges of Airfield. Entries to the Town and connections
from surrounding development are marked by passages
through these wetland areas.
The Circulation diagram, in particular, illustrates the
introspective nature of the Town on the one hand, and the
connectivity of its compact development to surrounding
residential and commercial areas on the other. (Figure 15)
In fact, Airfield reestablishes some connections that had
been severed by the expansion needs of the Naval Air
Station.
4General Overview, MBTA Environmental Impact Statement /Report p. 13.
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Figure 16 Existing NAS: Site Plan
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b) Organizing Lines: Runways
The two runways with their associated taxiways and
aprons constitute the most dramatic and memorable
aspect of the Naval Air Station from a site design point of
view. (Figure 16) The plan for the Town of Airfield seeks
to preserve the influence that these features exert on the
landscape. The north-south runway 17-35 alignment is
transformed into the main street of the Town: Air Station
Boulevard. (Figure 17) Air Station Boulevard accommo-
dates not only the higher density housing, but also con-
nects the residential sections of Airfield to the town center
around the commuter rail train station.
The east-west runway 08-26, on the other hand, is
employed in the site design as a datum along which all
major activities and uses of the Town are represented.
(Figure 7) A commercial area is located at a western
extension of that datum near Route 18 begins the
sequence; the new commuter rail station intersects the
datum at the point where the character of the commercial
uses change to a higher-density, mixed use environment,
which constitutes the town center of Airfield, and which
extends to the intersection with Air Station Boulevard.
Beyond the crossing of the two former runways, a boule-
vard lined with residential uses stretches to the park in
the center of the site: Airship Park. Within Airship Park,
the datum organizes a series of playing fields. On the east
side of the park, the old runway 08-26 is developed as a
linear green space that forms the center for a future phase
of residential and/or office development. An observation
tower marks the eastern end point of this organizing line.
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Figure 18 Existing NAS: Aerial Photograph Figure 19 Proposed Open Space Network
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Finally, the former taxiway T3, which connects the south-
ern tip of Runway 17-35 to the apron area surrounding
the hangars, constitutes a major linear element in the net-
work of connected green spaces. (Figure 19) Along its
path, from south to north, the old taxiway accommodates
free-standing multi-family housing, a recreation path
within Airship Park, and finally, within the research and
development section of the Town, a greenhouse sewage
treatment facility.5
c) Connected Green Spaces
A final site planning strategy constitutes the connection of
a series of open spaces. While much of the land surround-
ing the former Naval Air Station represents undeveloped
land, little, if any, of that open space constitutes publicly
accessible green spaces. (Figure 18) The Town of Airfield
contributes to the quality of life for all residents, not only
those of Airfield itself, but for those in the vicinity as well,
by providing such a linked system of publicly accessible
green spaces. (Figure 19) This system provides not only
recreational possibilities; its pathway also leads to all of
Airfield's new and existing public amenities. These
include schools and places of worship, as well as an exist-
ing outdoor pool and a bowling alley. (Figure 20)
5 The latter represents a new method for treating sewage and septage
according to ecological principles. The odor-free process was devel-
oped by the Massachusetts firm Ecological Engineering Associates; a
successful pilot test has been completed in Harwich on Cape Cod. See
"Lower Cost Way to Septage Treatment," Biocycle vol. 33, number 3
(March 1992), pp. 64 - 68.
Proposed Distribution of Public AmenitiesFigure 20
Figure 21 Air Station Boulevard: View Looking South
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The central green sections of Air Station Boulevard form
the north-south spine of the open space network. (Figure
21) At the northern end of the boulevard, a park sur-
rounding the proposed high school marks one of the
major open spaces in the series. From there, a path con-
nects a number of existing amenities in the mixed-use
area of the former Naval Air Station. The path winds
through existing woodlands and then connects to the
northern edge of Airship Park. Within the park itself, the
path follows the imprint of former taxiway T3, and leads
to the southern entry green space to the Town. From
there, a wide sidewalk joins the entry space to the south-
ern tip of Air Station Boulevard.
4. Site Plan Description
a) Overall Organization
The site plan for the new Town preserves the central area
of the airfield as a large park, Airship Park, around which
the new development is organized. The physical extent of
the Town is ultimately limited by the wetland regions, as
required by the "Bounded Development" principle. To
the north of Airship Park is located the existing Naval Air
Station Center with its housing area and the mixed-use
commercial, office, and industrial facilities. (Figure 22)
These are maintained and incorporated into the Town
plan. The majority of the new development lines the for-
mer north-south Runway 17-35 and has easy connections
to a new, relocated, commuter rail station and, beyond, to
Route 18. The southeastern portions of the town plan are
proposed as future expansions, and are not designed in
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detail at this time. The eastern portion (surrounding the
end of the former east-west Runway 08-26) could be
developed as a predominantly residential section, con-
necting the existing neighborhoods at the northern and
southern edge of the current Naval Air Station bound-
aries. This connection reestablishes an historic connection
severed by the expansion needs of the Naval Air Station.
Alternatively, this area might accommodate an extension
of the office and research/development portion of the
new town and potentially connect with an existing indus-
trial park on Weymouth Street, beyond the eastern bound-
ary of the site. The area bordering the southeastern edge
of Airship Park is designated as residential, and connects
to existing residential streets in Rockland to the south.
Along the western edge of Airship Park the central
mixed-use section of the Town stretches from the northern
entrance of the existing Naval Air Station at Route 18 to
the southern tip of the site, where the new town connects
with Salem Street in Rockland. (Figure 22) Two new
main arterials (Northern and Southern Avenue, respec-
tively) traverse the site west to east. Northern Avenue is
the principle one of the pair, as it connects all new and
existing commercial areas in Airfield. Northern and
Southern Avenues join beyond Airship Park to form a sin-
gle connector to Weymouth Street in Rockland with the
potential for a continuation to Route 3 at interchange #14.
Given the significance of automobile access for the success
of commercial development in suburban locations-even
for a pedestrian-oriented development-a direct connec-
tion to Route 3 is an important consideration.
Character of Airship Park Removed surface materials
from runways, taxiways, and apron areas are used as sub-
strata for park landscaping to create topographic variety
on an otherwise flat site. The park accommodates playing
fields along the east-west datum (the former Runway 08-
26). Sections of the area are reforested between the former
runways. (Figure 7) This reforestation strategy preserves
the imprint of the former runways upon the landscape.
Finally, a jogging trail loops around the park, and a pond
is created from an existing wetland at the southern tip of
the park.
Air Station Boulevard. The new town is organized pri-
marily by the redevelopment of the alignment of Runway
17-35 as a wide landscaped boulevard with a generous
pedestrian promenade as median. (Figure 21) Air Station
Boulevard constitutes the main street of the Town. All of
the major institutions and public buildings, as well as
three-story apartment buildings are located on Air Station
Boulevard. (Figure 20) The central promenade provides
for a continuous pedestrian and bicycle way that connects
all of the major green spaces of Airfield, according to the
principle of Connected Green Spaces. All land uses of the
town are represented on Air Station Boulevard, ranging
not only from a variety of residential housing types to
commercial and office uses, but also to institutional build-
ings and research and development/light industry
parcels. (Figure 23) The latter connect the existing indus-
trial and commercial uses of the former military installa-
tion to Air Station Boulevard.
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Town Approach: View Looking EastFigure 24
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Figure 25 Commercial Area: Use Zones
b) Commercial Components
The commercial components of the Town of Airfield com-
prise office, light industrial, research and development, as
well as retail uses. The guiding principle for the distribu-
tion of these uses across the site has been the primacy of
the commuter rail station location. As a result, the higher-
density commercial uses are proposed for areas in the
immediate vicinity of the station. Together the station
and the commercial buildings form the center of Airfield.
The other important commercial location, the office and
research/development areas of the town, is situated
between the northern portion of Air Station Boulevard and
the existing industrial and office section of the Air Station.
The primary commercial area of Airfield stretches from
Air Station Boulevard west towards Route 18, between
Northern and Southern Avenues. (Figure 25)
Much of this development lies within walking distance
(i.e. up to 2,000 feet) of the relocated commuter rail sta-
tion, thus increasing the development's accessibility
through potential rail connections from downtown Boston
and points north and west. The Town of Airfield thus
enjoys added accessibility through potential reverse com-
muting. The commercial development in this area also
connects the Town of Airfield to Route 18, an important
regional arterial road. The site is therefore easily accessi-
ble from a series of origins that are served by Route 18.
An extensive green space creates a prominent point of
entry to the Town of Airfield from Route 18. (Figure 24)
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Figure 26 Town Center: View Looking West
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Three separate sections comprise the primary commercial
area (Figure 25): 1. the Town Center, a pedestrian-oriented
mixed-use environment between Air Station Boulevard
and the new, relocated commuter rail station. This area
accommodates the automobile, but favors the pedestrian;
2. an office park, located west of the train station, which is
designed as a combined pedestrian and automobile envi-
ronment; 3. a large-scale suburban retail area, geared pri-
marily towards the automobile, at the junction of the
Town with Route 18. The use and spatial arrangement of
this section of the commercial center fits well into the con-
text of the low-scale, automobile-oriented development of
Route 18. The entire commercial area thus features a vari-
ety of mixed uses, building types and -sizes. These range
from three-story mixed-use buildings near the station, to
large, suburban retail structures (approximately 44,000
square feet of floor area) close to Route 18. (Figure 27)
A pedestrian arcade connects the majority of commercial
structures. (Figure 28) It is intended to unify the spatial
experience for the pedestrian across a large commercial
area that features a variety of building types and spatial
arrangements. Functionally, the arcade combines shelter
with lighting and signage. This pedestrian connector,
enhanced by a continuous double row of trees, physically
unites the hotel and large-scale suburban retail buildings
at the western end of the commercial area near Route 18
with the three-story office and service buildings at the
train station. The latter structures accommodate typical
suburban office space, as well as small-scale services, such
as dry cleaners and shoe repair shops. The arcade then
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Figure 30 Station Detail Plan
penetrates the train station, creating two entrances to the
station that directly connect to the office park on the west
side of the station, and to the Town Center on the east
side. (Figure 30) Within the Town Center, the same
arcade forms a continuous portico for the three-story
mixed-use buildings, which are located between the train
station and Air Station Boulevard. (Figure 29) These
structures house retail spaces of various types and sizes
on the ground floor, and offices on the two upper floors.
The retail uses range from a 40,000 sq. ft. super market to
smaller 1,600 sq. ft. specialty shops or artists' workshops
and studios. (Figure 26)
Figure 31 a - e Town Center: Views
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Figure 32 Town Center: Section A - A
Figure 33 Town Center: Section B - B
A wall structure defines the north-
ern edge of the Town Center's com-
mercial street space. Within its
thickness the wall accommodates
small stalls that are used for farm-
ers' markets and similar informal
and temporary commercial activi-
ties. (Figure 31a - e) The two larger
pavilions, which structurally stabi-
lize the wall and organize its front
spaces, house a bar and coffeehouse
as well as a restaurants on the upper
levels. (Figures 32, 33)
Finally, the mixed-use building
located opposite the train station
and below the elevated tracks
accommodates a child care facility,
as well as some town services,
including a post office, a police sta-
tion, and a branch library. (Figure
34) The child care center and the
library surround an open courtyard
that faces the extensive office park
green space, which stretches from
the train station west towards Route
18. (Figure 24)
Figure 34 Town Center: Services Building Plan
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Figure 35 Parking Garage Access Road: View Looking West
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c) Parking Principles
The design of the entire commercial area surrounding the
commuter rail station, from Air Station Boulevard to
Route 18, attempts to bridge the needs of a predominantly
automobile-oriented suburban environment with the
pedestrian scale of Airfield. A series of parking principles
have been developed that support this objective. Each of
the three sections within the commercial area are treated
slightly differently from a parking point of view. The dif-
ferent approaches are united, however, by a unified
pedestrian access system: perpendicular to the principal
pedestrian connector, additional arcades and walkways
with similar surface treatment lead to the parking areas.
(Figures 36 and 29)
Most of the surface and structured parking is provided on
the south side of the building ensemble, removed from
the pedestrian environment of the Town Center, and from
the continuous arcade in the remainder of the commercial
area. In the Town Center, a north-south walkway perpen-
dicular to the arcade, leads to two surface parking lots
behind the retail buildings. The southern lot has an addi-
tional connection to the Town Center and the station.
The office buildings on the west side of the commuter rail
station are linked to a 3,000-space parking garage via
landscaped courtyards between the buildings. North-
south walkways within the courtyards connect the park-
ing structure to the arcade. An east-west parking access
road between the office buildings and the garage provides
vehicular access to the garage. (Figure 35) The garage
accommodates parking for the offices and additional
spaces for the mixed-use commercial buildings near the
station. Parking ratios range from 3.5 per 1000 sq. ft. for
the office buildings, to 3 per 1000 sq. ft. for the mixed-use
buildings, reflecting the expectation that development
closer to the residential sections of the Town will require
fewer parking spaces.6
The garage also accommodates the parking needs for those
commuters arriving at the train station by car (500 spaces
provided). Those commuters would follow the same
pedestrian access system of north-south paths, either
through one of the landscaped office courtyards, or along
the street fronting the station. No direct pedestrian connec-
tion exists between station platforms and the parking
garage, for reasons of simplifying the ticketing process
within the station. But in addition, the proposed path leads
commuters through the Town Center and invites shopping.
Standard surface parking lots serve the large-scale retail
buildings near Route 18. At a ratio of four spaces per
1000 sq. ft. of development 840 spaces are provided. The
system of north-south pedestrian walkway access,
though, is maintained here as well. In fact, the building
entrances are located along these walkways. (Figure 37)
This arrangement proposes a minor change to standard
6This is still higher than the 2 per 1000 ratio that exists in some of the
most dense suburban centers, such as Bellevue, Washington. From
Robert Cervero, "Congestion Relief: The Land Use Alternative," IPER,
vol. 10, number 2, p. 122.
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suburban retail setups where the building's front door
opens onto the parking lot directly. Here, the parking lots
are accessible by car from both Northern and Southern
Avenues. Entrances at the building sides serve equally
the car-bound shoppers from the parking lot, as well as
the pedestrians from the town center who use the contin-
uous arcade to access this part of the commercial area.
d) Station Relocation
The configuration of Airfield's Town Center requires that
the Old Colony Railroad Station in South Weymouth be
moved from its proposed location on Route 18 at Trotter
Road. (Figure 38) The new location proposed here grants
maximum pedestrian-scale access to the developable por-
tion of the Naval Air Station site. The new station loca-
tion requires a rail realignment from the existing below-
grade crossing at Route 18 to the vicinity of Route 58
where the realigned portion joins the existing track. The
relocated rail line affords the advantage of transforming
the existing railroad bed into a new road connector from
Route 58 to Route 18 that avoids the current complicated
intersection of these arterials and Trotter Road.
e) Land Acquisition
The extension of Airfield's commercial area to Route 18
also requires some land acquisition in the Town of
Abington. (Figure 39) The large-scale retail section of the
commercial area is located on parcels which are currently
zoned as industrial, and which are located beyond the
boundary of the Naval Air Station site.
f) Settlement Densities
The entire Town of Airfield site encompasses approxi-
mately 1,485 acres, of which 30% (440 acres) are designat-
ed as residential land uses, 12% (215 acres) comprise com-
mercial, i.e. retail, office, research/development, and light
industrial land uses. The remainder, 830 acres, constitutes
open space in the form of wetlands, forest, and a designed
network of accessible park spaces.
An important principle for the development of the Town
of Airfield is the creation of a varied, walkable environ-
ment. The mix of residential housing types in close prox-
imity to one another and to the other land uses of the
Town accomplishes this goal. Therefore, the housing
types represented in the Airfield range from three-story
walk-up apartment buildings that line Air Station
Boulevard to large single-family detached dwellings at the
extreme northern and southern edges of town. A zero-lot-
line housing type and a three-story duplex (consisting of
four or up to six units each) comprise the mid-density
range of the development. The placement of the different
housing types depends on the distance from the town
center and its commuter rail station. In general, higher
density housing is located within a 2,000-foot radius of
the railroad station. This distance maintains a reasonable
walk of about ten minutes between dwelling and com-
muter rail station.
In its final extent, the Town of Airfield will accommodate
approximately 9,000 persons in a total area of two and a
quarter square miles. The residential units currently
57
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located on Naval Air Station property will be maintained
to house about 700 people in 270 single-family detached
buildings.7 (Figure 40) Excluded from these calculations
are the existing barracks, which will likely be put to new
uses. Phase I of the Town of Airfield houses approxi-
mately 5,130 people in 1,975 housing units, at an average
neighborhood density of 9.4 dwelling units per acre
(du/acre) for 210 acres of residential land.8 In the event
of an all-residential development for Phase II, this area
of Airfield would accommodate an additional 3,130 per-
sons in about 1,200 units. Given the distance from the
Town Center and the commuter rail station, the average
gross density here will not be as high as that for Phase I;
instead an average gross density of 6.7 du/acre is used
to approximate the population for Phase II.9 The aver-
age neighborhood density for Phases I and II together will
71 use the most recent national average of 2.6 persons per household in
these calculations (1990 U.S. Census).
8These density calculations are based on the residential land use areas
of the Town of Airfield. They are ncigliborlhood deunsities, which include
streets and sidewalks. Neighborhood densities represent about two
thirds of net densities, which consider residential lot sizes only (see
Kevin Lynch and Gary Hack , Site Planning, 3rd ed. (Cambridge, MA
and London, England: The MIT Press, 1990), p. 253.) The land area
used to determine residential densities for Airfield, however, exclude
the large Airship Park and all other non-residential land uses.
96.7 du/acre are based on the assumption that the residential develop-
ment of Phase II would be similar to that of Phase I, but would not
include the high-density apartment buildings.
be approximately 8 units per acre.
In The Next American Metropolis Calthorpe lists certain
minimum density requirements for residential densities in
transit-oriented developments. Areas closest to the transit
station should have a minimum average neighborhood den-
sity of 10 units per acre, whereas areas further away
require only a minimum neighborhood density of 4.7 units
per acre.10 Calthorpe gives no specific reasons why the
density numbers should be what he proposes, other than
a general sense of density gradation from highest at the
transit stop to lowest at the periphery of the town of
neighborhood. The proposed residential densities for
Airfield follow these prescriptions. Some of Calthorpe's
recently built projects, however, do not meet his own min-
imum standards, perhaps because neither Laguna West
nor South Brentwood village include a transit station.
These developments are Neighborhood TODs, instead of
Urban TODs, in Calthorpe's language.
Laguna West is designed to accommodate approximately
8,500 persons (3,300 dwelling units at 2.6 persons per
unit) on an 800-acre site. The project yields an average
neighborhood density of 4.6 dwelling units per acre; for the
purposes of these calculations, I have subtracted land uses
other than residential from the total acreage of the site.
South Brentwood Village, another Calthorpe project for
10 My conversion from net residential densities to neighborhood densi-
ties. The Next American Metropolis p. 83.
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Brentwood, California, features an average neighborhood
density of approximately 5 du/acre.11 These neighbor-
hood densities are lower than the statistics for Airfield,
because of the absence of rail service.
Duany Plater-Zyberk's project for Kentlands in Maryland
is designed to accommodate growth at an approximate
neighborhood density of 6.7 dwelling units per acre,
whereas Belmont in Virginia features a much lower neigh-
borhood density of approximately 4.6 du/acre.12 These
figures are similar to the neighborhood density in Phase II
of Airfield's development.
In comparison to other South Shore towns, however, the
overall settlement density for Airfield is considerable
higher. In order to make comparisons at the town-wide
level, I use a density measure that relates total town pop-
ulation to total town land area. At this level of analysis
Airfield features an overall gross density of 4,000 persons
per square mile. Weymouth, with a 1990 population of
54,063 and a total land area of 16.7 square miles is settled
at an overall gross density of approximately 3,200 per-
sons per square mile, Rockland at approximately 1,600
persons per square mile, and Abington at 1,450 persons
per square mile. 13 Towns in eastern Massachusetts with a
population similar to that projected for Airfield feature
11My calculations based on information from The Next American
Metropolis.
12My calculations based on information from Towns and Town-
Making Principles.
13Based on data from the 1990 U.S. Census and Arrow Atlas of
Metropolitan Boston, 1991 edition.
the following population densities: Cohasset (1990 popu-
lation: 7,075) 700 persons per square mile, Lincoln (1990
population: 7,666) 525 persons per square mile, and
Hingham (1990 population: 19,821) 875 persons per
square mile. Some towns, such as Hull, on the other hand
feature densities even higher than that proposed for
Airfield: with a 1990 population of 10,466 Hull achieved
an average gross population density of 4,750 persons per
square mile. At least some communities in the South
Shore area are not unaccustomed to living in higher den-
sity environments.
g) Residential Building Types
The new housing to be developed for Airfield follows
principles that guide all aspects of the Town's design: the
combination of known building types as building blocks
that are assembled in different ways at the site plan level.
For the housing component this strategy translates into
the juxtaposition of currently available housing proto-
types at the scale of blocks and clusters of blocks. While
individual blocks feature similar housing types to assure a
coherent street section, different residential streets are
always located in close proximity.
The housing for Phase I of the Town is organized accord-
ing to transit-oriented development strategies. Thus, clos-
est to the train station, the housing density is highest,
reaching 19 units per net residential acre, or a neighbor-
hood density of 12.7 du/acre; the density decreases
beyond a 2,000 walking radius to 3.2 dwelling units per
net residential acre at the far edges of the Town. That is a
neighborhood density of 2.1 du/acre. (Figure 41)
Figure 42 Air Station Boulevard: Section
Figure 43 Apartment Building Prototype
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In the station vicinity, and along the entire length of Air
Station Boulevard the high density is achieved through
courtyard type, three-story walk-up apartment buildings.
This building type houses different kinds of apartments,
which range from one-bedroom units of 875 square feet to
three-bedroom units that reach 1,550 square feet. This
housing prototype is developed on a 180' x 210' lot and
houses up to eighteen units. (Figure 43) The lot is large
enough to accommodate parking in the rear, behind the
building. One and a half off-street parking spaces are
provided per unit. The aggregate parking may take the
form of a surface lot, or comprise individual garages. In
either case, vehicular access to the parking is provided
only from the sides or the rear of the lot. The fronts of the
buildings are required to fill most of the lot's frontage, so
that a well-defined street edge is created for the entire
length of Air Station Boulevard. The front setback is min-
imal (no more than ten feet), so that the immediacy of the
buildings on the street help to convey a sense of closure
for Air Station Boulevard. (Figure 42)
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Figure 44 Duplex Building: Avenue Section
Figure 45 Duplex Building: Prototype
The next category of housing consists of semi-detached,
three-story duplexes. 14 This type generates a net density
of 14.5 dwelling units per acre and a neighborhood densi-
ty of 9.7 du/acre. The lot measures 60' by 100.' (Figure
45) Each of these duplex building houses two units, one
in each half of the building; the ground floor, which typi-
cally accommodates a garage and storage space, may
alternatively be converted into an additional apartment
dwelling, provided that two off-street parking spaces are
created in the rear of the property. In this scenario up to
14Based on Density by Design ed. James W. Wentling and Lloyd W.
Bookout, (Washington, D.C.: ULI-the Urban Land Institute, 1988), p.
106.
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Figure 46 Duplex Building: Street Section
Figure 46 Duplex Building: Square Section
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six units are created per structure and the density rises to
29.0 units per acre; a neighborhood density of 19.4
du/acre is achieved. The duplex housing type fills much
of the portion of the Town between Air Station Boulevard
and Airfield Park. This residential area lies closest to the
commuter rail station and is thus among the most accessi-
ble for rail patrons. The duplexes are also located at the
southern end of Air Station Boulevard to mark the
entrance to the Town from Salem Street in Rockland. The
building type is represented in three different street sec-
tions. (Figures 44, 46, 47)
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Figure 48 Z-Lot Building:Street Section
Figure 49 Z-Lot Building: Prototype
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At a density similar to the duplex housing, the zero-lot-
line type occupies a 30' by 100' lot.15 (Figure 49) The sin-
gle-family structure includes a double garage in the rear
of the building. It is accessed by a lane in the center of
the block. The modest one- to one-and-a-half-story
dwelling ranges in size from 1,250 to 1,450 square feet and
includes two bedrooms. (Figure 48) This building type
serves as a model for the most affordable detached hous-
ing in Airfield. Its net density lies at 14.5 du/acre, with a
neighborhood density of 9.7 du/acre.
15based on National Association of Home Builders, Higher Density
Housing: Planning, Design, Marketing (Washington, D.C.: National
Association of Home Builders, 1986). p. 74 - 75.
Figure 50 Single-Family House: Street Section
2 stories
2-car garage
3 bedrooms
2675 sq. ft.
net density: 3.2 du/acre
neighborhood density:
2.1 du/acre
Single-Family House: Prototype
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Figure 51
Finally, the classic spacious suburban house on a quarter-
acre lot or so finds a home in the Town of Airfield as
well. 16 (Figure 51) The two-story buildings on a lot mea-
suring 90 feet by 150 feet are located in the southern sec-
tion of Phase I and at the northern end, where the Town
connects to the existing road network of the Naval Air
Station. The prototypical building includes more than
2,500 square feet of living space and features three bed-
rooms, as well as a two-car garage. (Figure 50) The net
density reaches only 3.2 du/acre, and the neighborhood
density lies at 2.1 du/acre. This housing type is included
in the new Town because of a recognition that the com-
muter rail station alone will probably not suffice in
attracting homeowners and tenants to the area. Housing
type and job location consistently prove more reliable
indicators for residential location choice than transporta-
tion opportunities. 17 In addition, the large single-family
home adds to the diversity of housing options in the
town, an important objective of Airfield.
16based on The American Institute of Architects, The American House:
Design for Living ed. John V. Mutlow, vol. 1 (Washington, D.C.: The
American Institute of Architects Press and Mulgrave, Australia: The
Images Publishing Group, 1992), p. 118 - 119.
17Genevieve Giuliano, "The Weakening Transportation-Land Use
Connection," Access Number 6 (Spring 1995), p. 4.
IV. Conclusion
This proposal suggests that the best and highest use for
the Naval Air Station case site would be achieved through
its redevelopment into a pedestrian-oriented town like
Airfield. The mixed-use qualities satisfy residential devel-
opment pressures but also provide opportunity for more
synergistic and lucrative commercial development. The
large contiguous site and the proximity of the commuter
rail line present a unique opportunity to test the prototyp-
ical settlement strategies advocated here. Finally, the
site's location in a fast-growing section of the metropoli-
tan area that suffers from severe traffic congestion, lends
the Airfield proposal additional applicability.
The specific site planning strategies and building typolo-
gies for the Town of Airfield ensure the creation of a high-
er-density, mixed-use, pedestrian-oriented settlement.
The town's compact development assembles in close
proximity different housing types, commercial retail and
office uses, civic, institutional, and recreational amenities.
Collectively these uses create an environment of height-
ened local mobility, thereby minimizing residents' depen-
dence on the automobile. The proposition for the new
Town incorporates walking and biking as serious trans-
portation options, at least for some trips.
The presence of the rail line provides additional non-auto-
mobile transportation opportunities extending throughout
the Boston metropolitan area. This is particularly signifi-
cant for the site area, which sends a large portion of its
workforce to central business and employment centers.
Simultaneously, the placement of the train station in the
center of town with shopping and service facilities nearby,
also represents a departure from current suburban land
use patterns. In traditional suburban communities, the
lack of a personal automobile severely hampers local
mobility due largely to the characteristically low density
of development and the physical separation of facilities
even in areas where, in spatial terms, destinations may
actually be located quite close to each other.
By reducing the total number of trips that require auto-
mobile travel and encouraging alternative local modes of
transportation, the land use strategies of the new Town
assist in decreasing local traffic congestion. The integra-
tion of the commuter rail station into the pedestrian-ori-
ented settlement ensures easy access to the station on foot
for a large number of Airfield residents. This land devel-
opment strategy further contributes to an overall reduc-
tion in automobile dependency. In addition the station's
ready access may also encourage a net increase in com-
muter rail ridership.
The following are fundamental settlement and site design
strategies that this exploration suggests will be effective in
bypassing some of the negative environmental impacts
created by contemporary suburban settlement strategies:
1. Higher-density, mixed-use environments that incorpo-
rate a variety of housing types reduce the need for auto-
mobile travel to all destinations; walking and biking
emerge as viable transportation alternatives in a hereto-
fore auto-dominated environment. Combined with the
commuter rail station, the mix of uses at higher densities
provide further flexibility for residents and commuters to
combine trips.
2. Social and demographic trends have immediate impli-
cations for environmental integrity, specifically the conser-
vation of open space. Flexibility in non-automobile trans-
portation is particularly important given the changing
nature of the American household. Specifically single
parent families and the elderly represent households that
may not take automobile transportation for granted the
way in which the nuclear family once did. By utilizing
higher-density, walkable, mixed-use environments, the
design of the prototypical settlement addresses the chang-
ing characteristics of the American household. In addi-
tion, the land development strategies for the Town of
Airfield allows a greater degree of independence and
mobility to those who cannot or choose not to drive an
automobile.
3. Higher-density and compact settlement patterns save
and maximize valuable open space by absorbing growth
in smaller geographic areas. The Town of Airfield's
development strategy conserves open space and further-
more, integrates it as throughout the proposes as a basic
design element. This approach represents a critique of the
current pattern of development in which land at the edge
of metropolitan areas is seen only in terms of its develop-
ment potential; little value is attached to the integrity of
open space for its own sake.
These three strategies form the basis of the prototype for a
new suburban settlement pattern for the United States.
Given ever increasing traffic congestion, loss of open
space at an alarming rate, and changing demographics, a
new settlement prototype for suburban areas is absolutely
critical for the future well-being of cities.
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